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EDITORIAL 


This issue marks a change in the “‘history’’ of our club. As from March of this year 
the Company has taken on a new form. A brief financial history of the events which led 
to this change may be found in this addition. It is, of course, with regret that we view the 
official liquidation of the Rolls-Royce company as we knew it but ! am sure that we all 


look forward to a great success for the new company and wish it well. 


With the Annual Federal Rally due in approximately two months time no doubt 
preparations are being carried out on vehicles all over the country. Victoria, the host 
State are, |! know, flat out on all the last minute things which have to be done. Support 
for this function is assured and | trust that | may be equally assured of a number of 


reports following the event. 


See you in Shepparton. 
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MESSAGE FROM THE FEDERAL SECRETARY- DARE WATKINS 


To all members: 


As you know the time of the Annual Federal Rally approaches and, like all 
members who have been to a Federal Rally, you have since been saving for the next so 
that you can be there, “come hell or high water’’! 


Some of you have not been to a Federal Rally so this brief account is an attempt 
to let you have the opportunity to save for the next Federal Rally. 


The Annual Federal Rally of this club is the major motoring and social event of 
the year, when we renew old friendships, pick holes in the restoration of members and 
acquaintances cars, tell the most frightful lies about our own, and in general have a most 
enjoyable weekend, with excellent company. 


The site chosen by the Victorian Branch is within a mile of the mid-point between 
Sydney and Adelaide, and we feel that everybody should attend from all States. The 
programme roughly is that members will arrive in Shepparton on Friday or Saturday. 
We have arranged a ‘‘Wine Tasting’’ at Chateau Tahbilk for Saturday afternoon. We 
hope to be able to view the steam engines at the Steam Rally at Echuca on the same 
afternoon. Saturday evening there will be a Smorgasbord Dinner at the Victoria Hotel. 
Sunday we will be having a procession through the city and adjourn to barbecue site, 
for the crucial judging, some 20 miles out of Shepparton. A formal dinner will be held 
at the Civic Centre, Shepparton in the evening (Lounge suits). 


Accommodation has been arranged in all the hotels and motels of Shepparton. 
Like all other country towns the standard of motel and hotel is variable, but the people 
of Shepparton are very anxious to make our Rally a success. 


There should be no need for any publicity ‘‘blurb’’ about our Federal Rally, as 


they are so good, word of mouth recommendation from previous ‘‘revellers’’ and 
“enthusiasts’’ should be quite adequate. 


See you in Shepparton. 


P.S. If you speak to your branch Secretary he will be able to give you full details and 
particulars. 
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New two-door Model 
Announced Wednesday, 3rd March, 1971 


THE CORNICHE 


ROLLS-ROYCE CORNICHE 
Notes on the H.J. Mulliner, Park Ward Coachwork 


The Rolls-Royce Corniche models are developed directly from the Rolls-Royce 
Silver Shadow two-door saloon and convertible introduced in March 1966 and September 
1967 respectively. 


Both models presented new problems to the coachbuilder as they were based on 
a monocoque structure. The passing of the separate chassis with the advent of the 
Silver Shadow meant that it was no longer possible to produce one-off "‘bespoke"’ 
coachwork for the individual customer. Body engineering was now an important element 
in the design but the customer could still exercise considerable choice in finish, trim and 
interior appointments. 


Park Ward’s long experience in steel framed coachwork (dating back to 1936) 
enabled the company to readily adapt to the new technology of an all-steel integral 
construction body shell. About eight Corniche motor cars are built each week and on 
average, each car takes about four months to produce. 


ROLLS-ROYCE CORNICHE PRODUCTION SEQUENCE 


The caochwork of the Corniche is built up on the Silver Shadow base unit supplied 
by Pressed Steel Fisher. Asa basic protection against corrosion, the vulnerable areas of 
the base unit are fabricated in zinc coated steel. 
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The major stages in production are as follows: 


(a) 


(b) 


(c) 


(d) 


(e) 


(f) 


(g) 


(h) 


(i) 


(j) 
(k) 


(1) 


(m) 


Modifications to the base unit to suit two-door layout. The convertible 
receives additional structural members to compensate for the loss of the 
roof, 


Body shell built up in jigs using small steel pressings produced by specialist 
suppliers. 


The aluminium doors, bonnet and boot lid - all standard size interchangeable 
units - fitted and steel panels surrounding them are ‘’adjusted’’ to give care- 
fully measured constant clearances. 


The body is lead loaded as necessary to ensure true shapes and dimensions. 
Ardrox testing for lead porosity. 


Completed body shells sent to Rolls-Royce, Crewe where it is given phosphate 
dip, acid etch, dip primer, brown filler, red filler and guide coat elements of 
paint sequence. 


The body is mounted on front and rear sub-frames which bear all major 
mechanical units. {Instrument board, steering column and wiring looms fitted. 


Motor car returned to Willesden. 


The car is trimmed. 


450 sq. ft. (41.8 sq.m.) of top grade hide are used in each car and selection is 

a particularly skilled craft. Facia panels and waist rails are normally veneered 
in walnut but other finishes may be specified. Brass components such as 
window frames, windscreen and rear light surrounds, body mouldings and 
various interior fitments are produced by H.J. Mulliner, Park Ward and 
chromium plated to the company’s specifications by outside plating specialists. 
Radiator shells, bumpers, lamp surrounds and wheel trims are either bought 
out complete or supplied from Crewe. 


The car goes to the first paintshop for rubbing, flatting, shaping and sealing 
operations. 


Colour coats are applied in the second paintshop. 

The car goes on to the final assembly line for a two week period. 

Car transferred to the Rolls-Royce London Service Station at Hythe Road 
for one week road testing period. 100 to 150 miles (160-240 km.) normally 
covered in mechanical and coachwork tests. Concluded by 20 minute 


monsoon water test. 


Paint finish polished and rectified as necessary at H.J. Mulliner, Park Ward 
premises. Final hand polishing. 
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Paper given to the Institution of Mechanical Engineers. 
Syposium ‘‘Corrosion and its prevention in Motor Vehicles” 
London 28-29th March, 1968. 


ANTI-CORROSION MEASURES IN ROLLS-ROYCE CARS 
By A.J. Bee of Motor Car Division, Rolls-Royce Limited, Crewe. 


INTRODUCTION 


Corrosion is the limiting factor in the life of many motor cars. It is relatively easy 
to repair components that have worn, but very difficult to repair the damage caused by 
corrosion. Rolls-Royce Ltd., sells its products as being built to the highest possible 
standards of quality and retiability. The Rolls-Royce car should achieve and maintain 
these standards in both appearance and function. Our reputation depends on how well 
the cars stand up to use, and therefore they should be in obvious good condition for 
many years. 


If corrosion is permitted to take hold both the appearance and function of the car 
will quickly deteriorate. It is therefore essential that we should take all possible steps to 
prevent this. This paper shows how we do this, including where the responsibilities lie, 
and what action is taken towards meeting these responsibilities. 


RESPONSIBILITIES FOR THE ACHIEVEMENT OF CORROSION RESISTANCE 


The engineering, quality, and production departments all have some share in this 
responsibility. 


The engineering department's objective in this case is to produce a specification 
which incorporates adequate corrosion resistance. The word specification here includes 
all the instructions issued to production for building the car — detail drawings, arrange- 
ment drawings, build and setting instructions, etc. These instructions should completely 
specify the car. 


Engineering are guided in the selection of materials and specification of finishes by 
the laboratory. This isa part of the quality organisation and is responsible for maintaining 
and developing a formal system of specifications, of processes, and material acceptance 
standards and tests. 


The quality and production departments are responsible for ensuring that the car 
is made to specification. 


ACTION TAKEN BY THE ENGINEERING DEPARTMENT 


This is divided into two parts, design action, which will include the initial specifi- 
cation of materials and finishes, and the elimination of the likely sources of corrosion, 
and development action. This entails testing to prove the design, and making the improve- 
ments to it that are found to be necessary. 


Prototype car running may show up short life corrosion problems, and these will 
be put right before the car goes into production. Most corrosion problems, however, take 
a long time to appear, and it is therefore important to eliminate them at the design stage. 
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Solutions of specific problems 


Bodywork 


The specification of surface 
preparations and finishes is the 
responsibility of the laboratory and 
this side of body protection will be 
dealt with later. One thing the 
designer does is to try to eliminate 
pockets in which dirt and slush can 
accumulate, Where such pockets 
are unavoidable he will either arrange 
BING COATEDASHEET to shield them, orto make sure they 


Fig. 11.1. Underframe and apertures assembly, rear view °'° W@!! drained. 


Where conditions are thought 
to be severe, heavy gauge zinc-coated 
sheet is specified. Figs 11.1 and 11.2 
show the body structure of the Silver 
Shadow without skin panels — the 
pressings that are zinc coated are 
identified. This does take about 
twice as long to spot weld as ordinary 
mild steel. 


Fibreglass panels are fitted 
under the front wheel arch to shield 
the horns, and to present a smooth 


‘ surface devoid of traps where 
zi oS . “3 
aia ME COATED SHEET poultice’’ corrosion could occur. 


Fig. 11.2. Underframe and apertures assembly, front view "hese are illustrated in Fig. 11.3. 
They provide a secondary function 


of stiffening the outer wing panel. 


Brake Linkages 


The breaking system on the Silver Shadow includes two separate power systems, and a normal 
master cylinder system. There is quite a complex system of links and pivots which distributes the 
braking effort between these three systems, this linkage is mounted under the floor of the car, where 
it would be particularly vulnerable to damage both from flying stones and from corrosion. 


This is illustrated in Fig. 11.4a, and 4b shows the aluminium undersheet which protects it from 
damage. The links are cadmium plated. 


Exhaust System 


The exhaust system is one of the most vulnerable components of the modern motor car to 
corrosion damage. It has been the subject of steady development by Rolls-Royce. 


Experience has shown that the most likely sources of trouble are silencers, in which acidic 
combustion products condense. In a multi-silencer system such as we use, those furthest away from 
the engine are the worst affected because they take longer to warm up to the point at which the 
condensate evaporates off again. Pipes are also vulnerable to attack. The exhaust gases attack the 
outside of bends, and water and salt attack the external surfaces. 
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After the 1939-45 war the exhaust system fitted to the Mk VI Bentley and Silver Wraith 
consisted of stainless steel front silencers, mild steel rear silencers, and mild steel pipes. In order 
to reduce condensation, and also to damp high-frequency vibrations of the silencer walls, audible 
as exhaust ‘‘titter’’, the silencers were lagged with asbestos and sheet steel covers. 


At this time stainless steel was in short supply and efforts were made to find an alternative 
material. Tests were undertaken using stainless iron, but grain growth in the welded areas caused 
brittle fractures and this was abandoned. 


Aluminium lagging covers for the silencers were tried, and at the same time the tail pipes and 
rear silencers were made from aluminium to give a saving in weight. The main disadvantage of this 
material was its low strength, and the tail pipes suffered damage from flying stones. Trouble was 
also encountered because the increased thermal conductivity caused rapid deterioration of the 
rubber mounts. No doubt these problems could have been overcome but development was dis- 
continued because of the higher cost of the aluminium pieces. Aluminium lagging covers were 
introduced on production, 


Stainless steel silencers were eventually replaced by mild steel with ‘‘stonecladding‘’’. This is 
somewhat similar to vitreous enamel but has a synthetic stone base instead of glass. It is more 
resilient and stronger than vitreous enamel. There was a significant price advantage over st inless 
steel, and life did not appear to be significantly less. Stonecladding is unsuitable for areas subjected 
to damage from flying stones, so it was only used for interior and exterior treatment of silencers, 

and not on pipes. 


Experience showed that it was 
difficult to maintain the quality of 
the treatment. The surface of the 
stee! sheet had to be just right, and 
trouble was encountered in getting 
it to bond satisfactorily to welded 
joints. Because of this the produc- 
tion pieces sometimes failed to 
achieve the very long life of the ex- 
perimental prototypes. An increase 
in life was achieved by providing 
drain holes in the silencers to get 
rid of condensate, but these tend to 
block up and have to be kept clear. 


Fibreglass 
i panel 


Since stonecladding could not 
be used on pipes dull chrome plate 
was used and does effectively prevent 
corrosion of the external surfaces. 


Vitreous enamel covered pieces 
were run and were found to have 
about the same performance as those 
with stonecladding. 


Corrosion, and of course failure, 
are much more rapid where metal is 
under stress. Properly engineered 
supports can prolong the life of an 
exhaust system. The mounting 
problem here is very closely tied up 
with the transmission of noise and 


. , vibration into the car, so some com- 
Fig. 11.3. Front wheel arch, looking forward promise may be necessary. 
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Fig. 11.4. Underside of car, looking forward 


Reinforced rubber mountings have a limited fife under high temperature conditions, and the exhaust 
system is now mounted on ‘‘vibrashock’’ mounts. In these mounts the exhaust pipe bracket is held 
between two coil springs and the movement damped by stainless steel wire mesh. 


Because of the problems encountered with stonecladding production pieces, and the improved 
availability of stainless steel, a change was made back to this material for silencers in 1962. The 
pipes remained mild steel, nickel chrome plated. Since this change there has been no trouble from 
corrosion in service. 


Corrosion in the Engine 


This is a problem with a long history of development involved in its solution, particularly in 
the case of the cooling system of an aluminium engine such as we use. 


For all aluminium parts we use LM8. This is a silicon-based alloy with good corrosion resis- 
tance and also good casting properties. It is relatively difficult to machine, but this has not proved 
to be a major problem. All the aluminium pieces are chromic acid anodized. 


Galvanic cells are avoided by making sure that no copper-bearing alloy comes in direct con- 
tact with the coolant. Such alloys are either tinned or nickel plated. Tinning is effective where the 
piece can be hot tin dipped, but electroplated tin tends to be porous. Nickel is therefore used for 
such relatively fine-limit pieces as threaded core plugs. 


Most important is the specification of inhibitors for the coolant. Here we use sodium 
mercaptobenzthiazole (Na MBT) and triethanolamine phosphate (in ethylene glycol) which is 
changed every twelve months. 


Other corrosion problems within the engine are the exhaust valves, for which is specified 
KE 965 with “‘brightray’’ coating of the head, and ‘‘Stellite’’ seats, and corrosion of ferrous pieces 
within the engine due to blow-by of combustion products. All such pieces, principally in the valve 
gear, are phosphatized. 


The aluminium V8 engine has been in production since 1959, and there has been no trouble 
from corrosion. 
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ACTION TAKEN BY THE QUALITY DEPARTMENTS 


Specification systems 


The laboratory is responsible for providing the detail specifications for treatments 
and finishes, This is done by means of a formal system known as the ‘‘Crewe Works Process” 
(C.W-P.) system, and covers all pretreatment, painting, and plating processes. In addition 
to these it is found convenient to incorporate certain critical operations such as the 
manufacture of engine valve springs and roto-finishing of camshafts. 


It is found that it is difficult to be sure that accelerated testing will truly predict 
service experience and there is therefore a tendancy only to introduce changes that are 
known to be improvements, rather than to try and cheapen the process. For this reason 
some of them may well be more expensive than they need to be. The cost of failure 
could be great. 


Examples of the use of various finishes 


Small metal pieces 


Generally speaking all exposed fine-limit ferrous pieces are cadmium plated. Non- 
fine-limit pieces are black enamelled. There are several processes to choose from according 
to the visual standards required. 


Bright trim is either chromium plated or stainless steel. Anodized aluminium is not 
used because of its relatively low abrasion resistance. 


The choice between stainless steel and chromium plating is usually made on the 
grounds of cost. If costs were equal stainless steel would be chosen, as it is less susceptible 
to human error in its corrosion resistant qualities. The stainless steel used is EN 58D which 
has low carbon content. Typical pieces are Rolls-Royce radiators, the decorative trim strips, 
and window frames. 


Where chromium plating is used for decorative finish the thickness of plating is 
0.0012 in. Typica! pieces are bumper bars, headlamp embellishers, and door handles. 


Car body - general 


The car body is of unit construction made from pressed steel with aluminium bonnet, 
doors, and boot and is supplied as an assembled unit ’’ in the white”. 


Corrosion protection is incorporated from the start of the assembly of the body, 
there being a C.W.P. intended for the guidance of the supplier. This instructs that all 
soldering fluxes must be properly cleaned off, and that the body must be coated with 
Modalene RB. This includes spraying the inside surfaces of box sections before they are 
assembled. If any rust has formed it is cleaned off with Green triple-strength Modaply. 


The surfaces of all spot welded joints are painted with zinc rich primer before welding. 
This is burnt off by the weld, but forms a protective barrier around it. 


Car body processing by Rolls-Royce 


Background The system at present in use was first used when a new paint plant was 
installed at Crewe some six years ago* The principal reason for having the new plant was 
to provide dip priming. It had been realized that corrosion damage to bodies often starts 
on the inside surfaces of panels and works outwards. The only way of getting into all the 


*1962 9 
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box sections and hidden surfaces was to immerse the body. In addition to this facility the 
system provides better control over processes, and greater throughput. 


Before the new plant was installed we were using a conventional solvent-based primer. 
This would have been impractical with the new system. A very large tank was needed for 
the Rolts-Royce body,and our production is by most motor industry standards very small. 
The losses from evaporation would have been too large. It was therefore decided to use a 
waterborne primer. 


The whole process starts with the cleaning of the bodies. The Modalene RB coating 
is cleaned off using white spirit. At the same time any corrosion products remaining on 
the body are removed with Modaply. 


Phosphate The phosphating process converts the surface of the metal into phosphate, 
which does not itself corrode, and which provides a protective barrier over the metal. A 
six stage system using both spray and dip is used. Immersion is again necessary to get 
at all the hidden surfaces, both to clean them and to phosphatize them. 


The body is first totally immersed in an emulsion cleaner. This cleaner is basically 
paraffin with an additive. The emulsion type cleaner is preferred to a deruster - de-greaser 
type since the latter produces a surface which is very prone to re-rusting if the body is 
allowed to dry when passing from one zone to the next. [mmersion in the emulsion 
cleaner is followed by two cold water rinses. 


Both the cleaner and rinse tanks are kept under strict laboratory supervision. A 
sample of the emulsion cleaner is analysed weekly, and regular samples are supplied to 
the additive manufacturer for analysis. The tank is cleaned out at 6 monthly intervals. 
The rinse tanks are kept on continual overflow and are changed weekly. Samples are 
taken three times a week and analysed for total dissolved solids and emulsifying agent 
content. 


The body next passes to the phosphate zone. The phosphoric solution is a mixture 
of several metal phosphates, phosphoric acid, and sodium nitrite. This solution is capable 
of depositing a phosphate coating on all parts of the body. Typical conversion figures are: 


Steel 550 mgm/ft2 
Galvanised steel 370 mgm/ft2 
Aluminium 390 mgm/ft2 


This solution is also controlled by the laboratory. It is tested three or four times 
a day for total acid, free acid, and nitrite content. The first two are controlled by the 
addition of Bonderite, and the latter by additions of a solution containing sodium nitrite. 
The operating temp. of the solution is maintained between 122°F and 127°F. 


The spray jets are checked weekly for blockage, and the tank cleaned out every six 
months. 


The final stages in the system are two cold water rinses followed by demineralized 
water spray. The rinse tanks are checked twice weekly. 


After the final spray the body is oven dried at 220°F. 


Acid Etch primer The exterior panels are sprayed with acid etch primer. This is a two- 
pack primer with a phosphoric acid - polyvinyl butyral base. It neutralizes the residual 
acids from the phosphating process by reacting them with the polyvinyl butyral resin. 
Such residual acids are very hygroscopic and if they were left on the outside panels they 
would cause faults in the finisher coats by drawing water through them. 


10 
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Waterborne dip primer The primer has a Phenolic Resin base, and is highly impermeable. 
It is applied by complete immersion. As the body passes into the tank the underside of 
the car is sprayed with primer. This ensures protection in areas where air trappage could 
occur. When immersed, the body is rocked backwards and forwards, and sideways, to 
release trapped air. 


The laboratory also controls this plant. All additions of paint are supervised, and 
samples are taken weekly. The pH value, which is a measure of potential acid content, 
is regulated between pH 7.8 and 8.2. Resin throw can occur outside this range. 


The entire tank contents of 5500 gallons are filtered once every 70 minutes. 


This primer should be stoved at 350°F for 30 min. for maximum corrosion resistance. 
In practice we work slightly below this because of possible movement of the lead which 
is used to hide the panel joints in the body construction. 


After this rust proofing treatment the filler and colour coats are applied, but they 
contribute little to the corrosion resistance. 


Underseal While it is on the conveyor in the paint plant the body is undersealed. This 
serves the two purposes of providing panel damping and protecting the phosphate and 
primer. 


Over most of the body we apply a sand-filled bituminous aqueous emulsion of good 
sound-deadening properties. In areas of high abrasion, such as on the sills just behind the 
wheels, a rubberized underseal is applied. 


Since these underseals are applied to the body before assembly it is necessary to 
mask off the areas to which the other pieces will be assembled. This means that there 
are bound to be areas around these bolted-on pieces which are free from underseal. 
These are covered after the car has passed through the test department, so that any 
changing of faulty pieces has been done. 


A third material is used for underbody protection, and is applied to the finished 
car after test. This a thixotropic black paint which can be airless-sprayed to provide a 
film 0.015 in. thick. It is sprayed on to subframes or chassis members, unprotected screw 
threads, and various components fitted under the car. It is soluble in paraffin and so it 
can easily be cleaned off if necessary in service. 


Routine inspections 


No matter how carefully finishes and processes are specified the results will be 
unsatisfactory if they are incorrectly applied. It is the responsibility of the production 
and quality departments to see that they are correctly applied. 


The effectiveness of the body treatment is ensured by the laboratory control over 
the processes, which has already been described. There are also laboratory checks on each 
batch of material used in the painting process. In a similar manner the laboratory controls 
the plating shop processes, and they also take samples of bought out plated items for 
analysis and measurement of plating thickness. 
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CONCLUSIONS 


In the field of corrosion protection it is very difficult to carry out functional tests 
as a production routine. 


Control of quality is therefore achieved by using an adequate specification, and 
controlling the production processes. 


The major part of the work done by Rolls-Royce in corrosion prevention is under- 


taken by the laboratory and engineering departments, the laboratory by specifying and 
controlling treatments and processes, and engineering by specifying a car with built-in 
corrosion resistance, 


The effectiveness with which their instructions are carried out depends on the 


operators and some things are very difficult to inspect. To this extent the actual 
corrosion resistance achieved depends on the production departments as well. 


Published with permission of The Institution of Mechanical Engineers, London. 
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ROLLS-ROYCE LIMITED - Complied by Harry Thompson (W.A.) 


Registered 15th March 1906. Company engaged in manufacture of aero engines, motor 
cars, diesel, petrol, railway traction and multifuel engines. 


Principal Operating Subsidaries in United Kingdom 


Bentley Motors (1931) Ltd. Paramatic Engineering 

Bristol Aeroplane Co, Ltd. Rolls-Royce Associates Ltd. 

Bristol Engine Rentals Ltd. Rolls-Royce Composite Materials Ltd. 
Bristol Engine Services Ltd. Rolls-Royce Developments Ltd. 
Bristol Siddeley Whittle Tool Ltd. Rolls-Royce Far East Ltd. 


Larkhall Machine Tool Co. Ltd. 
Capital 


Authorised £.STG 85,000,000. Issued £.STG. 66,264,452. Quotation granted in 
ordinary stock in £.STG. 1 units, price range in official list-in 1968: 55s.7d; 41s.7d. 


Consolidated balance sheet at 31/12/1967 


Assets £STG Liabitities £.STG 

Property and plant 55,176,552 Capital 56,020,074 
Investments 7 338,737 Capital Reserves 37,792,880 
Research and development 8,296,000 Profit retained in business 30,017,973 
Goodwill, patents etc. 24,708,745 Debenture stock 48,572,073 
Current Assets 223,644,451 Current Liabilities 131,777,953 


Recent Dividends 


1963 - 10% 1964 -10% asto capitalisation of reserves 
1965/66 -11% 1967 - 11.385% 


General Information 


On 4th February 1971 a meeting of the British Cabinet was called to discuss an 
unexpected report of Rolls-Royce Limited's finances; a sum of about £.STG. 20-40 
millions at that time being in question. 


This situation originally arose because of a slowing down in the production of 
several successful engines, which however had not sold in commercial numbers - e.g. 
“OLYMPUS” - “ORMONDE”. 


Also in doubt was a massive project being the R.B./199 engine for Anglo-German- 
Italian multi role combat planes. 


On 5th February 1971 the House of Commons was informed that Rolls-Royce 
Limited was in serious financial difficulty because of its inability to produce working 
capital for the R.B. 211 Tristar contract with Lockheed in the United States. Since 
Rolls-Royce Limited supplies the air forces of most of the democratic countries with 
engines and components it was announced that the United States Government would 
purchase the essential assets. No liabilities would be inherited by any nationalised 
United Kingdom company for claims by Lockheed or other companies. 
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A total failure of Rolls-Royce Limited would have caused in the United Kingdom 
a redundancy of over 20,000 employees (as opposed to worker). 


Also on Sth February 1971, the United Kingdom Minister of Aviation Supply 
stated at this juncture that it was not intended to wind up the company's activities, but 
to ensure as far as possible, its continuation. 


The main cause of the failure of Rolls-Royce Limited was that of the R.B. 211 
aircraft engine for Lockheed, U.S.A. 


A manager was appointed from the prominent firm of accountants, Peat, Marwick 
& Mitchell, as receivers. He has also taken control of Bristol Aeroplanes Co. Ltd; 
Bristol Aircraft Holdings; Bristol Siddeley Engines; Park Ward bodies. 


The Rolls-Royce Limited debts to clearing banks are about ESTG 40,000,000, 
widely spread and easily absorbed. 


On 6th February 1971, the Receiver stated that he is not there to wind up the 
company, but to preserve as much as possible of the structure. A total clamp down on 
expenditure was applied. 


Since the early disclosure of the Rolls-Royce Limited collapse, several companies 
have attempted to take over the lucrative car division of the company. 


However, it was announced in March 1971, that a new company has been incor- 
porated to take over the manufacture of the car division - it will produce Rolls-Royce 
and Bentley cars, diesel engines, specialist engines and transmission equipment. 


PRESS STATEMENT .- by D.A.S. Plastow. 
Managing Director Rolls-Royce Limited Motor Car Division, Crewe. 22nd March 1971. 


ROLLS-ROYCE MOTORS LIMITED 


The formation of a new company Rolls-Royce Motors Limited is announced today 
by Mr.E.R.Nicholson the receiver and manager of Rolls-Royce Limited, He also announces 
that he has entered into an unconditional contract for the transfer to Rolls-Royce Motors 
Limited, from Rolls-Royce Limited of the assets and undertakings comprising the busi- 
nesses of the motor car division and the oil engine division. The latter will in future be 
known as the diesel division. These arrangements will be effective from 24th April 1971. 


The transfer also includes the coachbuilding business of H.J. Mulliner Park Ward 
Limited and the business of Bentley Motors. 


The receiver has appointed the fojlowing persons to be Directors - 
Dr. F. Llewellyn Smith - Chairman; Mr.N.Parry; Mr.D.A.S. Plastow. 
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The divisional managements of the motor car and diesel divisions, formerly 
operated under Rolls-Royce Limited, will continue. 


Rolls-Royce Motors Limited will operate the factories at Crewe, Shrewsbury and 
London and will employ approximately 8,500 people. The turnover of the activities in 
1970, now comprising the businesses to be operated by Rolls-Royce Motors Limited, was 
in excess of 30 million pounds. 


Rolls-Royce Motors Limited will produce Rolls-Royce and Bentley motor cars, 
automotive, marine and industrial diesel engines, light aircraft engines, specialist petrol 
and diesel engines for military applications and transmission equipment. The company 
will also undertake special machining, sheet metal and investment casting work. It will 
provide full after sales service and spares support for its products currently in service. It 
will also aim to expand the market for its present product range and will continue its 
product development programmes. 


PLASTOW - ROYCRU 
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FROM OUR LONDON CORRESPONDENT - PEREGRINE 


Students at the first council-run course for Rolls- 

Royce and Bentley enthusiasts learn about main- 

tenance at the Maryland Adult Education Centre, 
Woburn, Bedfordshire 


8 Litre Bentley 
Guardian 18/1/71 


The wet andsnow have descended 
upon London and most Rolls-Royces are 
stored till the spring. To pass the time | 
have dipped into Sir Max Pemberton’s tife 
of Sir Henry Royce (London, 1934). 
Looking much fatter than its 280 pages it 
reaffirms my view that a thoroughly 
researched biography of Royce has yet to 
be written. The greatest interest of 
Pemberton’s book is his description of how 
Royce lived at West Wittering and Le Canadel, 
For those interested Sir Henry's Will appears 
in the appendix of the volume. Members 
who wish to indoctrineate their offspring in 
Rolls-Royce lore should purchase John 
Rowland’s The Rolls-Royce Men (London, 
1969) which is a fair biography of the 
creators. 


The Rolls-Royce Enthusiasts Club in 
association with the Bedfordshire County 
Council Education Committee held a week- 
end residential course at Woburn, 16/17th 
January. This was the first course of its 
kind and its attendance by about 50 
enthusiasts testified to the interest in the 
course and ensured its success. The theme 
was Rolls-Royce and Bentley Motor Cars, 
the latter being unrestricted. Delegates 
gathered at the College in Woburn, some 
44 miles from London on the Friday even- 
ing to hear the first speaker, Lord Montagu 
of Beaulieu, give a paper The Personalities 
of Rolls and Royce. This was an excellent 
talk in which His Lordship was hard pressed 
to give a critical yet appreciative assessment 
of Rolls who it was generally agreed had by 
1910 lost interest in Rolls-Royce cars and 
who was by temperament unsettled. Much 
more detail is to be found in Montagu’s 
book Rolls of Rolls-Royce. Lively questions 
followed after which Lord Montagu sped off 
for Beaulieu in his Jaguar XJ6, registration 
MMM 1! 


The following morning a visit was 
arranged to the nearby Shuttleworth 
collection of veteran and vintage aeroplanes. 
Whilst not strictly along the theme of the 
Course it provided a fascinating aside. The 


collection is premier in scope, most of the craft having been used in the filming of Those Magnificient 
Men .... A number of early Rolls-Royce aero engines were to be seen including the Eagle and several 


modern engines. 
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Upon returning to the College, Stanley Sedwick of the Bentley Drivers Club gave 
a paper entitled Twenty Years of Bentley 1919-1939. Although deliberately omitting 
the Crewe Bentleys he was soon steered into talking about his magnificient prototype 
R-Type Continental. His comment on the latest Bentley's, which he directed at the 
Company, was that it was no use driving a Bentley, really a Rolls-Royce down the 
Autostrada, chasing a Jag passing a Merc. Why not make a true Bentley and make it go? 
His excellent talk covered the WO Bentley period and the following morning he clarified 
contentious pointsfrom the talk after having telephoned to WO Bentley himself. | raised 
the question of pre-war Derby Bentley designation i.e. why Mk V after the 4% litre. 
Sedgwick agreed with someones suggestion that the 3% litre was Mk 1, the 3% with ride 
control Mk 2, the 4% Mk 3, the 4% MX Mk 4,and thenthe Mk 5. Any other clues? 
He doubted the validity of a claim that the first 3% litre Bentley had a 3% engine. 
Mr. Sedgwick arranged for a 3 litre, 8 litre and 2 4% litre Bentley's, all concours, to be 
brought up to illustrate his paper. So much better than photographs! 


Colonel Barras of the R-R Enthusiast’s Club was unable to deliver his paper on 
Rolls-Royce in War, so Nigel Hughes, the R-R Enthusiast’s Club Technical Secretary, 
delivered three talks: Technical Developments of the Pre-War Rolls-Royce (in two parts) 
and Why Own a Pre-War Rolls-Royce without becoming too eulogistic he explained the 
tremendous developments in suspension systems and gave examples of Royce’s weight 
saving designs. An interesting aspect stemmed from his reading of Donald Bastow’s article 
on the fitting of independent suspension to a Phantom tl, 27 EX. Many new recruits to 
the Rolls-Royce movement were attending so Nigel aimed his talk on Why Own a Pre-War 
Rolls-Royce on the development and maintenance of the models with slides to illustrate 
particular points. He strongly recommended Harry Grylls’ paper The History of a 
Dimension to all attending. 


And thus ended a thoroughly enjoyable weekend under the superb guidance of the 
College Principal, Brian Cairns, now a convert. Probably the most fruitful part of the 
course was the bringing together of Club Members and Bentley Drivers Club enthusiasts 
not for clashes or saccharin praise but critical appreciation of the cars, their designers and 
their restoration. 
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38 M.G. - J.G.G. (Sydney) 


The car in question is a Silver Ghost, Chassis No. 38 M.G., which was despatched 
from England asa chassis in August 1921, consigned to Dalgety & Company, Sydney, 
who were then agents for the makers. 


The chassis was fitted with a California top body by Smith & Waddington Limited 
of Camperdown to seat five people, was painted a medium blue (which was a particular 
colour made-up by Smith & Waddington and called ‘‘Rolls-Royce Blue’’), with black 
mudguards and valances. !t was sold to Mr. A. Mullens of Strathfield and driven by him 
and later by Mrs. Mullens who also at times employed a driver, Wilson. After a few years 
Mrs. Mullens decided to purchase a high-class American car with a saloon body and 
38 M.G. was left in the garage and only used as a luggage and hack car. 


As could possibly be expected, the high-class American car gave a lot of trouble and 
consequently 38 M.G. had to be used a lot more than had been anticipated. So much so, 
that Mrs. Mullens decided to recondition 38 M.G. and sell the American car! 


In 1935 the existing body was removed and the chassis completely overhauled from 
front to rear by Appleby & Ward. Whilst this was in progress a new 7 seater limousine 
body was built and fitted by Jackson, Jones & Collins Limited, again being painted a dark 
blue with black mudguards. tt was used by Mrs. Mullens until after the finish of World 
War Il and Appleby & Ward sold the car for Mrs. Mullens to W.H. Bull Pty. Limited, 
undertakers of Newton, for the sum of £250. 


Unfortunately, | have been unable to establish many exact dates from hereon but 
i have been able to trace, | think, all intervening owners, with much help from 
Mr. Bert Ward. 


W.H. Bull Pty. Limited sold the car to Mr. S.E. Watkins who in turn sold it in July, 
1946, to Mr. Allan Ricketts of Chippendale who lavished care and attention on it until 
he sold it in November, 1950, toa Mr. R.J. Field. 


Mr. Field had some ideas of using it as a tourist hire car in the Blue Mountains, 
but was unfortunately unable to do so because the type of upholstery did not meet with 
the approval of the licencing authorities. He therefore sold the car to a poultry farmer at 
Kellyville whose name | have been unable to trace. At this stage the car was known to 
several members of the Club and | believe was always referred to as ‘the Kellyville Rolls”. 
The Kellyville owner was not a very sociable gentleman and had some rather unfriendly 
dogs, therefore, not many people had the opportunity to discuss the car with him! From 
the time that Mr. Ricketts sold the car it went steadily downhill. The Kellyville owner 
sold it to a Mr. Zane Yalaski who apparently intended to work mechanical marvels on 
it. He went so far as to remove the valves, before one day, whilst engaging in his favourite 
pastime of using as unauthorised railway crossing, miscalculated and the resultant 
collision with a passing train led to his sudden demise. Very considerately he was not 
driving 38 M.G. 


Mr. Geroge Williams bought the vehicle from Yalaski's relicts and transferred it to 
his business premises at Glebe. 


On the 30th October, 1960 | heard quite by accident that Mr. Williams had one 
Rolls too many for the space available and wanted to sell one, and on the 31st October, 
1960, | visited his premises where 38 M.G., run-down and dilapidated, minus valves, was 
standing forlornly if rather majestically, making the surrounding vehicles look like Minis 
in a parking lot in company with a double-decker bus. 
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38 M.G. “WEARING” THE JACKSON, JONES & COLLINS LTD. 7-SEATER BODY. 


Business was soon done, since Mr. Williams required that the vehicle be removed 
forthwith to give him valuable space, and in due course was safely housed in my garage. 


Although in 1935, when the saloon body was commissioned by Mrs. Mullens, it was 
no doubt considered a thing of beauty, the more | looked at it the less | liked it, so much 
so, that before long at a Club meeting | announced that should anybody wish to have a 
7 seater, aluminium limousine body for a Ghost, they could have one free of charge 
provided they removed it from the chassis. Very promptly indeed this offer was taken 
up by the owner of a Rolls-Royce chassis in Canberra who | understand is still driving his 
car to which this body has been fitted. 


Under the front seat of the vehicle was an amazing selection of valves and valve 
springs, the best of which | sorted out and fitted. The engine was then cleaned and most 
of the road metal which had accumulated in it removed and then checked over with a 
view to seeing whether or not 38 M.G. would in fact run. There came the day when | 
decided to drain the sump, out of which | obtained a cup of oil and about half a gallon 
of water which certainly gave me to think if not to worry. Fillings and flushings took 
Place and in due course with a jury rig for petrol to the carburettor after three pulls on 
the handle she started - she ran like a chaffcutter. 


The smoke screen that was sent up would have hidden a whole navy and | did think 
the mixture was a little rich, since petrol was pouring down the valve stems. | might 
mention that my battle with the carburettor has not even to this day resulted in victory 
for me but at the moment | feel | am leading on points. 


With much fiddling and help from other Ghost owners, smoother running was 


achieved and | was able to drive the vehicle up and down the road to check that 
transmission etc. was also in working order. 
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Thirty-eight M.G. remained a chassis for many long years until 1970 when 
Graham Wilkinson of Brisbane wrote to the Club stating that he was removing a 7 
passenger touring body, circa 1922, from his 1913 chassis and that he was prepared to 
sell it. | was in Darwin when this announcement was made but fortunately | was told 
of this immediately | returned and t was able to acquire it complete with mudguards, 
hood and windscreen. When the Queensland body was built the bonnet of his car was 
also modified and the front of the scuttle was therefore not suitable to fit an original 
firewall. 


At this stage, therefore, we have 38 M.G. asa chassis capable of running reasonably 
well with an almost suitable body in the next bay of the garage. Im March 1970, | rashly 
stated that we would take 38 M.G. to the Federal Rally in Canberra on the June weekend, 
completely overlooking the fact that we had some house guests arriving to stay with us 
until early May. During the first week in May battle was joined, a new scuttle was fitted 
to the body, body fitted to the car, mudguards, running boards and windscreen and wiper, 
brakes relined, new king-pins and bushes, new tyres, new wheel bearings, new head and 
sidelight mountings, generator overhauled, completely rewired and by working every 
available moment with considerable assistance from my family and other interested 
members of the Club | was able to present 38 M.G. to the Waitara Registry Office on the 
Tuesday before the June weekend where it was passed as roadworthy and issued with 
Registration No. BDS 701. 


Unfortunately, | did not manage to get home from the Registry Office without 
some trouble which again was carburation. When | did finally get home under my own 
steam | found that the whole of the fuel system was completely impregnated with silt 
and residue from the petrol tank. Here | must thank Mr. George Green very much indeed 
because on hearing of my dilemma he offered the loan of a tank off one of his cars which 
t picked up and fitted on the Wednesday and then proceeded to clean the fuel system 
thoroughly. 


Greasing, oiling, draining and refilling and everything else that could be thought of 
went on, on the Thursday and Friday nights and at 1.30 a.m. on the Saturday morning 
| stepped out of the boiler suit in which | had lived every night for weeks and so to bed. 
We packed the car at 7.30 a.m. to leave for Canberra, got halfway up the driveway before 
it stopped, fiddled with the carburettor, got nearly to the top of the driveway before it 
stopped again, fiddled again and on the third attempt left the confines of home en route 
for Canberra. Under the rear tonneau was my insurance - about 1 cwt. of tools, drums 
of petrol and oil, jack, wheel spanner and for good measure a tow rope and a new boiler 
suit. 


Roger, in his 25/30, followed as mother ship as we breezed along up Razor Back 
as though it did not exist and it was only just before entering Goulburn that once again 
38 M.G. stopped. By this time | was getting rather expert at fiddling with the carburettor, 
although while not knowing exactly what | was doing, by giving it certain treatment the 
trouble seemed to clear up and from that stop with only a couple of minor checks we 
drove to Canberra where, although not looking the best of cars it certainly was able to 
hotd its head up as a celebrity convalescing and with every prospect of becoming once 
again a thing of beauty. My long suffering wife rode happily in the open front seat, no 
hood but sporty tonneau, wearing fur boots, hat and coat, ski gloves with a rug overall. 
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THE “NEW” 38M.G. WITH 
“MOTHERSHIP” BEHIND. 


The run from Canberra to the Sports Ground was not the happiest because here 
again certain troubles were experienced with fuel, but in due course we joined the happy 
throng, although being prudent left a little earlier than most to return to Canberra, as it 
happened with groundless fears since 38 M.G. ran beautifully, not only to there but 
also all the way home to Sydney. Petrol consumption for the round trip 5 mpg - still 
a trifle rich. 


On return to Sydney it was rather interesting to discover under just what circum- 
stances the Silver Ghost will provide locomotion up to 50 mph plus, because on stripping 
completely the carburettor for the first time since | bought the car | found that not only 
was the high speed jet siezed completely shut but also that the grooves of the jet were 
solidly packed with petrol residue and that from the moment that | first started the car 
until this time the high speed jet had been totally inoperative and that the only method 
of obtaining fuel for the engine had been through the low speed jet. This trouble has 
now been cleared up which is why | now feel | am leading on points in the battle with 
the carburettor and feel certain that | will soon achieve 10 mpg. 


Stage two of the rehabilitation of 38 M.G. is currently under consideration and | 
am hopeful, although cannot guarantee, that | will be able to attend the next Federal 
Rally at Shepparton in her new livery, properly upholstered and | hope pleasant to the 
eye as well as the ear. 


Stage three therefore, which is the future, will be reconditioning as required of the 
mechanicals after which | sincerely hope she will be fully restored to her original excellence. 


It is | think usual for people who own such vehicles to name them. This was con- 
sidered at the time the body was being fitted and it is a subject to which | think most 
owners give considerable thought. | felt that a vehicle of this type required a rather regal 
name and therefore, after much contemplation, | decided that | could do no better than 
call her '’Titania’’. 


After all Titania was a queen, Queen of the Fairies, but my selection of this name 
was influenced by two things which she is imagined to have said, in description of her- 
self when she says *’.... | am a spirit of no common rate”; second and more important | 
feel is that she says to the man she currently loves '’| will purge thy mortal grossness so 
that thou shalt like an airy spirit go’’. What better description could there be of driving 
or riding in a Silver Ghost. 
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1911 SILVER GHOST CHASSIS No.1606 - By Geo. W. Green 


The last known owners of this car were:- 


1945-1949 W.B. & Elsie M. Parker of Dookie, Victoria 
1949-1950 Alberte Lennon of Shepparton, Victoria 
1950-1958 Mr. H.H. Wheeler of Sydney Road, Euroa, 


when it ceased to be registered. 


At the time Mr. Wheeler acquired the car it was described in the Victorian Department of 
Motor Transport Certificate as a duplex tourer, number of seats: 5, carrying capacity 20 cwt., 
year model 1920, colour: dark blue, number of wheels: 4, H.P. 48. The cost of registration was 


as follows (in £.s.d): 


Power weight unit 4.0 
Annual registration 17.0.0 
Owners certificate 1 
Insurance Premium (3rd Party) 15.6 


On the 3rd August 1960, Mr. Fred Miller Robinson of 414 Collins Street, Melbourne, acquired 
it as an unregistered chassis. What happened to the Duplex tourer body, | do not know. Late in 
1960 or early 1961, Dick Heherof Kenthurst, Sydney, purchased it from Fred Robinson. | purchased 
it from Dick Heher in 1961 and put it aside and forgot about it until 1969 when it was dragged out 
from under the stairs, a sorry sight. | scratched my head and wondered why | had bought such a 
heap. Half eliptic springs had been fitted by somebody handy with an oxy torch , grafting on some 
extra lengths of chassis to take the springs, but he had made such a mess of the original chassis that 
it had to be scrapped and a new end welded on from another spare chassis, then the various kinks 
and bends were removed. The diff. was pulled down and found to be in anear perfect condition, 
the gear box likewise. The poor old motor was a different story. Everything in it was well worn 
and required the full treatment, the original pistons have been retained by sleeving the motor a 
shade undersize and machining a few thou off the pistons and fitting oversize rings. The crankshaft 
was reground, there being 2 to 3 thou 
ovality and the amount of carbon that 
was dug out of the oil passages was 
quite alarming - one wonders how any 
oil found its way to the bearings. The 
camshaft was in reasonable condition, 
some of the cam followers required 
attention, The clutch was the surprise 
packet, it was in excellent condition; 
over the years, it had received more 
than its share of oil no doubt owing 
to the fact that most of the cotton 
bobbin in the clutch spigot (to 
suppress the flow of the oil to the 
clutch) was missing, with the result 
that everytime the clutch was depressed 
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a good flow of oil reached it. Ali springs 
had to be replaced, there was not an 
original Rolls-Royce spring on the chassis. 
Fortunately these were available ex stock, 
likewise shackle pins. The magneto was 

a mess, half of it missing, but with sundry 
bits in my possession it was rebuilt and 
now operates perfectly. The distributor 
shaft was badly bent making the head do 
some alarming gyrations, fortunately | 
was able to pluck a shaft from the spare 
parts shelf. The carburettor was the 
biggest challenge, the bower birds and 
magpies had all had a go at it, but, 
fortunately, over the years | had accum- 
ulated a few old carbies in various stages 
of ill health. With the aid of these and 

a few spare parts, | was able to restore 


the original 1606 carburettor back to 
normal. 
Many other items required attention, all brakes relined and drums skimmed and trued up, 
induction manifold was sad and the shaft to drive the magneto did not exist; one had to be made. 


In late 1969, the chassis was nearing completion. [t was then decided, with Adrian Garrett’s 
permission, to fit a Holmes body that he had brought out from England in 1959, when he returned 
to Australia with my daughter; | might have influenced him a little to bring it out with him. 


It is not known to what car the body was originally fitted, but Adrian took it off a Gladiator 
and it was apparent that it had been cut and shut to fit. When fitting it to the Rolls-Royce chassis 
1606, all the alterations in the body had to be put back, and the body fitted perfectly which suggests 
that originally it could have been on a Rolls. 


In February 1970, it was decided that the car should be entered in the 1970 International Rally 
starting 4th April. Upholstery had to be partly renewed, also new head linings where the moths had 
been very busy, the body had to be painted, wheels which were 20” had to be rebuilt to the original 
type of 895.135 and this was achieved thanks to Eric Rainsford. Many other small items had to be 
attended to. 


The car just made the rally, thanks to the efforts of Peter Kable who drove it in the event, 
minus final coat of paint and sundry small items. Other than pumping excess oil out of the base of 
the distributor, and one puncture, no other trouble was experienced on the round trip from 
Melbourne to Sydney - a reasonable effort as the car had only travelled thirty miles prior to the start 
of the rally from completion of restoration. 


Since the Rally quite a lot of man hours have been spent on finishing the restoration. There is 
still a tittle detail work to be done. The final result has been quite rewarding. The on big question 
that has not been settled yet is do we fit a windscreen or not? Let us here what the club members 
think. 
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“THE PUMPKIN” - George Sevenoaks (N.S.W.) 
1928 Phantom | convertible. Chassis No.42AL. Engine No. KS 55. 


To try and write a history of any car, especiaily when it is now some forty-three years old, 
is no mean task and its early history would be from memory only except that we are extremely 
fortunate to have in N.S.W. the one and only Bert Ward. His wonderful memory and fund of 
information, which he has kept in !og books, is made available to owners and members alike. 


The car was delivered in London in August 1928 to Mr. E.D-.S. Paul, the then Managing 
Director of Schweppes Ltd. - the soft drink manufacturers. The body, or coachwork as the purist 
would say, is by Barker to the special design of Mr. Paul who already owned a 1921 Sitver Ghost 
69TE with the same type of coachwork, but by Cunard (this car now owned by Frank Meek of 
Ryde N.S.W.}. The coachwork is quite unusual as it is a true convertible. The hard top can be 
removed by undoing a number of wing nuts and then attaching a chain block to a large iron ring 
on the top of the roof and leave suspended. To do this the garage had to have a great ceiling height. 
The next move was to place the tourer hood on and this was done for the summer months. | cut 
the tourer hood in half and added the S Bars to make it a Landau and have never used the hard- 
top since. 


The car was kept in England until 1936 during which time it was used for a considerable 
amount of continental touring, the speedometer having been graduated in kilometers as well as 
miles for this purpose. 


Mr. Paul passed away during 1956 and the car was sold out of the Estate - the speedo was 
then showing 47,000 miles. The cars (The Pumpkin and the Silver Ghost) were to be sold by 
Auction but on arrival at the sale it was announced that they had been sold privately. A very well 
known Sydney journalist had bought The Pumpkin. | am sorry to say that he was not a very good 
owner and in no time she was a sad and sorry sight. Luckily he did no harm to the motor and that 
was the only reason that ! went to the trouble of restoring it when { traded it inona 1934 PII 
Saloon in 1957, Every guard was buckled, running boards did not exist the upholstery tooked as 
if it had been in a thrashing machine, together with the rest of the car, yet the speedo only read 
57,000. The duco firm that | took it to would not spray it, because they thought | was round 
the bend a bit (wanting to spend money on that heap) but the worst was to come when they asked, 
“O.K. then what colour do you want?” and then another half an hour to convince them. Oh the 
thought of it (Yellow) sure must be mad. The only reason for the colour was that if Lord Lonsdale 
could paint his Rolls-Royce yellow in 1923 in England { could do it also. 


It has stood the test of time and has now done 65,000 miles and has won more Concours 
than any make of car in Australia (but that Jones chap in Victoria is catching up slowly!). The 
Silver Lady or The Pumpkin could have a book written about them and an interesting one at that, 
and that applies to each and every one of the Club Memebers cars. The most asked question is 
“what is it worth?” but perhaps you would not believe the offers that { have had so | will leave 
it unsaid. 
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